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I would just like to close by men-

tioning I have supporters of this bill 
that include the National Association 
of Atomic Veterans, Physicians for So-
cial Responsibility, the National Asso-
ciation of Radiation Survivors, the 
Intermountain Pediatric Society, the 
Utah Medical Association and the Utah 
State legislature. I encourage my col-
leagues to join me in cosponsoring this 
bill. I hope we bring it to speedy action 
on the floor. 

f 

EXCHANGE OF SPECIAL ORDER 
TIME 

Ms. KAPTUR. Mr. Speaker, I ask 
unanimous consent to claim the time 
of the gentlewoman from California 
(Ms. MILLENDER-MCDONALD). 

The SPEAKER pro tempore. Is there 
objection to the request of the gentle-
woman from Ohio? 

There was no objection. 
f 

PETROLEUM PRICES AND PRICES 
AT THE GAS PUMP 

The SPEAKER pro tempore. Under a 
previous order of the House, the gentle-
woman from Ohio (Ms. KAPTUR) is rec-
ognized for 5 minutes. 

Ms. KAPTUR. Mr. Speaker, here we 
go again. According to Reuters news 
agency today, oil prices held just below 
record highs on Wednesday as fund 
buying continued to dominate the mar-
ket even though the United States 
Government said crude oil stocks had 
risen to their highest level for 8 
months. 

Looks like the Saudi campaign prom-
ised to keep prices low before the elec-
tion has now come to pass. Now that 
we are past the inauguration, oil prices 
are going through the roof. 

Today, U.S. light crude rose 11 cents 
to $54.70, within a dollar of record 
highs hit last October. Oil prices are 
up, the dollar is down, and our econ-
omy is sputtering. And the demand for 
oil is just about to increase with sum-
mer and vacations coming on. 

The stock market fell by more than 
100 points today based on investors’ 
fears about these rising oil prices. The 
price at the pump has also gone up sig-
nificantly in the last few weeks if you 
have not noticed. According to the U.S. 
Department of Energy, the average 
price at the pump this week is $1.99, up 
seven cents from the end of February 
and a 26–cent increase from 1 year ago. 
What a down draft on economic growth 
that is. In fact, the gas price increase 
is up 15 percent. That is more than five 
times the rate of inflation. 

Ohio’s gasoline price at the pump 
today is 111⁄2 cents up from the last 
week of February. Currently, Ohioans 
are paying over $2.05 for their gasoline 
and the upward trend is not going to 
stop there. We in the Midwest are fac-
ing the highest increases in gasoline 
prices in the last year, with an increase 

of over 32 cents a gallon. That is over 
four cents higher than any other region 
of the country. Residents in Cleveland 
are paying today more than $2.07 a gal-
lon, an increase of over 12 cents from 
the last week of February and over 33 
cents per gallon from a year ago. 

What is truly dangerous and tragic 
about this trend is our continued de-
pendence on imported sources of oil. It 
means that our Nation is strategically 
vulnerable to disruptions in those with 
over half of the petroleum we use im-
ported. That is why, when I asked Sec-
retary Donald Rumsfeld this week 
when he was before our defense com-
mittee what he was doing as the Sec-
retary of the largest Cabinet agency in 
the government of the United States to 
help lead America to a new energy era, 
I was very surprised to hear his answer, 
which I quote from the record: The De-
partment of Defense has no authority 
to do anything about oil. Needless to 
say, we don’t get funds appropriated by 
this committee for doing things that 
relate to reducing our Nation’s depend-
ency on oil. 

I was shocked at his answer since we 
were considering the supplemental ap-
propriation bill this week for the De-
fense Department, and just in the sup-
plemental, there is over $1.411 billion 
related to unforeseen fuel price in-
creases, for fuel delivery costs. For in-
stance, the Defense Logistics Agency is 
going to pay $742,300,000 more just in 
the supplemental; the Marine Corps, 
$311,380,000; and the list goes on and on. 
Indeed, the Institute of Local Self-Reli-
ance, in a report done just a few years 
ago, says that in any fiscal year, our 
government spends over $100 billion 
just allowing oil to flow into this coun-
try. We are not inventing any new en-
ergy sources. We are just becoming 
more dependent every day. 

Imagine an America that was energy 
independent again and where energy 
independence rose to be a real national 
priority. Biofuels that our farmers can 
grow could displace a huge amount of 
imported petroleum in the short term. 
Not 10 years from now, but within 3 
years, we could displace 25 percent of 
what we currently burn in our tanks 
with ethanol-based fuel and biodiesel- 
based fuel and other derivatives. Yet 
the Bush administration, is it trying to 
move America in a more independent 
direction? No. They are cutting their 
support for biofuels, the minimal 
amount of research and development 
dollars in the Department of Agri-
culture, by over $100 million this year 
alone. Grain-based ethanol and grain- 
based biodiesel truly can help America 
wheel her way to a new energy future. 

The American people need a new Dec-
laration of Independence. We need to 
cut the umbilical cord to Saudi Arabia 
and the Middle East and every other 
undemocratic regime around this earth 
to which we are attached because of 
our oil dependence. There is no better 

time than now to begin. I just wish 
someone in the Bush administration 
was paying attention to the gouging 
going on at the pumps across this 
country and the fact that Americans 
cannot buy biodiesel and ethanol even 
when they want it and when Detroit is 
manufacturing cars that can use it. 

Ask yourself, who has got a lockout 
at the pumps across this country? 
Freedom for America in the 21st cen-
tury should mean freedom from de-
pendence on imported petroleum. 

f 

AMTRAK 
The SPEAKER pro tempore. Under 

the Speaker’s announced policy of Jan-
uary 4, 2005, the gentlewoman from 
Florida (Ms. CORRINE BROWN) is recog-
nized for 60 minutes as the designee of 
the minority leader. 

Ms. CORRINE BROWN of Florida. 
Mr. Speaker, I am pretty excited about 
the fact that we are going to spend an 
hour discussing Amtrak. I do not think 
anybody in this country knows more 
about transportation and transpor-
tation infrastructure and the needs of 
transportation than the gentleman 
from Minnesota (Mr. OBERSTAR). I have 
asked him to give us kind of a broad 
background, bringing us up to date as 
to how we arrived where we are as far 
as Amtrak is concerned in this coun-
try. And then we will go to the other 
speakers. 

I yield to the gentleman from Min-
nesota. 

Mr. OBERSTAR. I thank the gentle-
woman for yielding but, more impor-
tantly, I commend her and acknowl-
edge her courageous leadership in 
being such a strong and consistent ad-
vocate for passenger rail service as our 
senior member and ranking member on 
the Subcommittee on Railroads on the 
Committee on Transportation and In-
frastructure. 

America is a third world country 
when it comes to passenger rail serv-
ice. That abysmal condition did not 
happen by accident. It happened by de-
sign. The slow, inexorable process of 
deterioration of rail passenger service 
began in the 1960s when the freight 
railroads, which were also carrying 
passengers and carrying U.S. mail on 
the railroad post office, the RPO over-
night distribution service, began to 
combine with the United States Postal 
Service to terminate the RPOs because 
their passenger rail service was not 
profitable unless mail service was in-
cluded in the revenue stream. So the 
RPO would work the mail overnight 
and drop it off along the route. They 
would pick up passengers and carry 
them to their ultimate destination, but 
if the U.S. Postal Service would drop 
the RPO, that line, that segment of 
service, would then be unprofitable. 
And then they could apply, the rail-
roads, to the Interstate Commerce 
Commission for discontinuance on eco-
nomic grounds of unprofitability. 
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I witnessed that process happening in 

our State of Minnesota and in my con-
gressional district when I was then ad-
ministrative assistant to my prede-
cessor in Congress. By the time I was 
elected to Congress, passenger rail 
service had disappeared. The railroads 
shed all of their so-called unprofitable 
lines in cooperation with the U.S. Post-
al Service, and the Federal Govern-
ment then to ensure that there would 
be a vestige of passenger rail service in 
America took over, accepted the liabil-
ity and the responsibility of carrying 
on with passenger rail and set up the 
Amtrak Corporation, American Rail 
Passenger Service Corporation. 

But what did they get, Amtrak? They 
got the remnants, rundown rail cars, 
rundown locomotives. They got the rail 
service through the worst sections, the 
industrial, rundown, in many cases 
abandoned industrial sections of Amer-
ica’s cities, not the very attractive seg-
ments of rail passenger, not the High 
Sierras and the beautiful western 
routes. They got on the east coast and 
the center of America and urban cen-
ters, the places passengers did not 
want to see, that they could avoid with 
their automobiles. And slowly Amtrak 
had to plead and beg and wheedle and 
cajole for funds to invest in upgrading 
the track, upgrading the passenger 
cars, upgrading the locomotives to con-
tinue these vestiges of service, both 
long haul and short haul. 

The problem with rail passenger serv-
ice in America is that Amtrak never 
received the investment dollars it 
needed to remake the entire passenger 
rail system. In France, President De 
Gaulle convened a meeting of his cabi-
net in 1968 and proposed that the cabi-
net approve funding for a study of and 
recommendation for a completely new 
high speed rail passenger service. The 
report came back 6 months later. The 
Cabinet was convened again and the re-
port presented; the cost, $12 billion in 
today’s dollars. Every one of the min-
isters said, oh, that will hurt defense. 
It will hurt health. It will hurt edu-
cation. Charles De Gaulle asked one 
question: Does any other country in 
the world have high speed, 185–mile-an- 
hour rail passenger service? And the 
answer was no. De Gaulle said: Then 
France will be the first. 

That is what I call political will. 
That is what it took to launch this in-
vestment. And now you have the TGV, 
Tres Grande Vitesse, that goes from 
Paris to Lyon, 288 miles, in 2 hours and 
1 minute. When I was a student in Eu-
rope in college, I took that train. It 
took 41⁄2 hours. Today, it is 2 hours and 
1 minute. When I traveled from Paris 
to Brussels to begin my studies at the 
College of Europe, it was a 6-hour trip. 
Today, it is a 45-minute trip. 

Two hundred sixty-four million peo-
ple ride the Shinkansen high speed 
train in Japan at 186 miles an hour. 
They have had one accident. A portion 

of land subsidence occurred; no fatali-
ties, in 30-plus years. 

They have had one accident with the 
TGV. No fatalities. We have the ICE in 
Germany. We have the Talgo in Spain. 
We have high speed train service in 
Italy. And in America, the world’s 
number one economy, the best we can 
do is, for a few miles, 125 miles an hour 
on Amtrak in the Northeast Corridor? 
That is wrong. 

We need to make the investment in 
this passenger rail service. All it takes 
is political will. This administration 
has demonstrated, rather than stand up 
for and invest in rail passenger service, 
strengthen America’s cities, take short 
haul aviation out of our skies, serve 
those routes of 300 miles or less with 
high speed passenger rail; they want to 
disinvest, drive Amtrak into bank-
ruptcy, wash their hands of the issue 
and walk away from it. That is wrong. 
That keeps America as a third world 
country. 

b 1745 

We got there by accident. We can get 
out of this problem by design, by re-
sponsible investment in the future of 
rail passenger service. Others will talk 
about the infamous September 11 when 
5,240 aircraft, commercial airplanes 
came out of the skies, and all of the 
radar screens of our aircraft control 
system went dark. Amtrak was oper-
ating. 

We must not wait for another trag-
edy to shut down an important seg-
ment of transportation and come to 
the realization we should have been in-
vesting in Amtrak. I salute the gentle-
woman from Florida (Ms. CORRINE 
BROWN) for her commitment, for her 
dedication, for raising this issue, tak-
ing this time to bring to the American 
public the need for investment in Am-
trak. 

Ms. CORRINE BROWN of Florida. 
Would you answer just one question for 
me before you leave. Can you let me 
know whether there is any form of 
transportation that pays for itself? 

You know, we have been raising this 
issue about aviation, and, you know, 
we put billions of dollars, I forget how 
many billions into aviation, and we 
talk about our transportation bill, we 
have it on the floor today, and we are 
putting it in. 

But is there any mode of transpor-
tation in the whole world that pays for 
itself? 

Mr. OBERSTAR. Mr. Speaker, trans-
portation is a public service. It is a 
means of moving people and goods in 
the public interest. And every industri-
alized nation in the world supports, 
with public funds, their public trans-
portation. 

Let us not fool ourselves. The freight 
railroads would like to say, oh, we do 
not use public funds. But to get the 
freight railroads started in America, 
the United States Government gave 

them land. Every other section of land 
from the Mississippi River to the West 
Coast, the Pacific Ocean to build their 
railroads. 

Without that land and the rights to 
the minerals and the lumber on that 
property, they would not have been 
able to build these railroads. They are 
still living off the profitability of the 
land that they were given in the public 
interest to serve the public interest. 

And the same with aviation. Yes, 
there is a passenger ticket tax that 
pays for a great deal of our airport im-
provement program, air traffic control 
system; but the public funds pay for at 
least 15 percent of air traffic control-
lers’ costs, pays for the research and 
development and new ideas in aviation. 

And our highway and transit system, 
the passengers do not pay for every 
mile of road construction or every new 
bridge construction. A good deal of 
that comes out of public funds, either 
at the county, State, or city level. 

And maritime just as well. Our mari-
time freight shipping operations are 
supported by the operating differential 
subsidy and construction differential 
subsidy programs to which we have 
committed well over $12 billion over 
the years that I have served in the Con-
gress. 

So the gentlewoman’s point is well 
taken. Transportation is a service in 
the public interest, and the public 
should give it a reasonable level of in-
vestment and support. 

Ms. CORRINE BROWN of Florida. 
Mr. Speaker, now the gentlewoman 
from Indiana (Ms. CARSON). 

Ms. CARSON. Mr. Speaker, I thank 
the gentlewoman from Florida (Ms. 
CORRINE BROWN) for providing this spe-
cial hour on Amtrak and having this 
very vital discussion about Amtrak’s 
solvency and its future and its employ-
ees. 

And I certainly thank the gentleman 
from Minnesota (Mr. OBERSTAR), the 
ranking member of the Committee on 
Transportation and Infrastructure, for 
that insightful overall perspective, his-
torical perspective, of rail in the 
United States of America and abroad. 

It is my pleasure to be here tonight 
with my very dear friend, the gentle-
woman from Florida (Ms. CORRINE 
BROWN), and to thank her very much 
for leading the fight to retain Amtrak 
and its employees. 

Amtrak continues to demonstrate its 
value as a critical public resource, un-
equivocally worthy of our Federal 
funds. The past 3 years have been 
among the most successful in Amtrak’s 
30-year history, 34-year history. 

Despite an overall turndown in the 
travel industry that has resulted in fi-
nancial disaster for our airlines, Am-
trak has been making great strides in 
efficiency while becoming an increas-
ingly popular choice for consumers. It 
remains a vital component of our Na-
tion’s infrastructure, providing an in-
valuable public service unmatched by 
any other means of transportation. 
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Since 2002, our rail system has gone 

through an exceptional period of finan-
cial and operating stability. Amtrak 
has established new accounting and fi-
nancial reporting systems, trimmed 
mail and express rail operations, trun-
cated long distance routes and cut ex-
penses while raising ridership and en-
gaging in the large-scale repair and 
restoration of an aged fleet. 

Last year, the 240 employees of Beech 
Grove, Indiana, which is in my district, 
a heavy maintenance facility, repaired 
and returned to service 15 wrecked Su-
perliners and locomotives. 

And as all of us recall the 9/11 fiasco, 
consumers turned to Amtrak to con-
tinue their commuting to work and 
other ways. When Amtrak was estab-
lished by an act of Congress in 1970 to 
take over for the money-losing private 
passenger rail systems in America, 
then Secretary of Transportation John 
Volpe predicted that Amtrak could 
turn a profit, but only if the Federal 
Government provided enough capital to 
produce high-speed trains and profit-
able corridors. 

What better investment could Con-
gress make to ensure the preservation 
of 22,000 jobs of the Amtrak employees 
and to preserve the vital services for 
consumers around the country who 
rely daily on Amtrak services. 

According to the Congressional Re-
search Service, Amtrak’s fastest train, 
the Acela, averages 86 miles per hour in 
the New York to Washington corridor. 
And I am telling you, if I lived in New 
York or New Jersey, my transportation 
would be Amtrak. I love it. I love to 
ride Amtrak back and forth to New 
York and to New Jersey, and I am sure 
the other passengers do too. 

So it is my strongest, strongest re-
quest and hope that Congress will do 
what it should do in terms of maintain-
ing Amtrak and funding it at the prop-
er levels so that it can remain efficient 
and solvent for many years to come. 

And I want to again thank the rank-
ing member, the gentlewoman from 
Florida (Ms. CORRINE BROWN), for her 
leadership in this regard, a very vital 
service for the United States of Amer-
ica. 

Ms. CORRINE BROWN of Florida. 
Mr. Speaker, now I would bring up the 
gentleman from California (Mr. COSTA). 
He is new to the Congress, but not new 
to the fight as far as passenger rail is 
concerned. He has a history that pre-
cedes him in the legislature in Cali-
fornia. 

Mr. COSTA. Mr. Speaker, I thank the 
Congresswoman from Florida for her 
vision and for her leadership and ensur-
ing that the people of America under-
stand what is at stake today in the 
President’s proposal to cut funding for 
Amtrak, which I believe, Mr. Speaker 
and Members, is unfair and lacking in 
vision. 

I would like to confine my comments 
to focusing not only on the impact na-

tionally as it relates to a true inter-
modal transportation system, but also 
that in the 21st Century, if we in fact 
are going to provide the services nec-
essary to move goods and services and 
people throughout our great country, 
we have to have a true intermodal 21st- 
century system of transportation, one 
that allows connectivity of our cities, 
of our States, to ensure that we handle 
the growth necessary to continue to 
improve the economy. 

And that is why the President’s pro-
posal in his budget is unfair and it is 
lacking in vision. We saw on 9/11 the 
impact when our air service across the 
country was virtually grounded, and 
how dependent we are upon our daily 
rail service as it relates to not just 
intercity travel but our commuter 
service as well, in which Amtrak pro-
vides a tremendous amount of service 
in terms of our cities for commuter 
purposes. 

And what we saw was a greater reli-
ance in which the northeast corridor 
exceeded the amount of passenger daily 
usage of our air transportation for 
months and months and months as we 
attempted to reconstruct our service. 

Mr. Speaker and Members, let me 
give you the California perspective. 
Amtrak operates an average of 70 
inner-city trains in California alone, 
over 200 commuter trains per day in 
California. In 2004, Amtrak serviced 
over 9.3 million people in California, 
providing service in 70 California cit-
ies. 

It employs over 3,589 California resi-
dents. On top of that, when you look at 
the top five busiest corridors in Am-
trak across the country, three of them, 
three of them are in California. Num-
ber two, the Pacific Surfliner provides 
service for over 2.3 million riders in 
California and it increases annually, 7.6 
percent last year over 2003. 

The number third busiest corridor in 
the Nation is the capital corridor, from 
San Jose to Sacramento to Auburn. It 
provided over 1.1 million riders last 
year for over a 2.3 percent increase 
over 2003. 

And number five, the San Joaquin 
services, which I have been involved 
with for many years from Bakersfield, 
Oakland, Sacramento provides service 
to over 700,000 riders annually. 

And when you take into account the 
cutbacks in regional airline service for 
mid-sized and smaller communities, in 
many cases this is the only public 
transportation service people have on a 
regional basis. 

When you add to the commuter 
trains that operate in California that 
combined carry over 66,000 commuter 
ridership daily in the Bay Area and Los 
Angeles and San Diego and Oceanside 
areas, you understand how important 
it is to California. 

As a matter of fact, California has 
the second highest ridership in the Na-
tion, second only to New York. In addi-

tion to that, our State provides, and I 
have been involved as was mentioned 
earlier, when I have served in the State 
Legislature over $70 million a year to 
enhance the existing Amtrak service. 

California does more than any State 
in the Union to provide additional 
funds to improve our inner-city and 
commuter service. When you look at it 
over the last 15 years, California has 
provided $1.5 billion to improve and up-
grade our services. Amtrak in return 
during that same 15-year period has 
provided over $400 million to upgrade 
and to improve our services. 

The bottom line is we estimate in 
California alone in the next 20 years 
that we are going to have a 300 percent 
growth in our inner-city service and 
commuter service in California to sus-
tain the population growth that is esti-
mated to be another 15 to 17 million 
people. 

And we are going to depend mightily 
on an intermodal transportation sys-
tem that combines the best of our air 
service along with our rail service, 
along with our roads. And therefore it 
is fitting and appropriate this after-
noon that we have this discussion, and 
I want to again thank the gentle-
woman from Florida (Ms. CORRINE 
BROWN) for setting this time aside. 

We all know, if we study our Nation’s 
history, that every mode of transpor-
tation going back to the 18th century 
has been subsidized in one form or an-
other. 

b 1800 
The canal system that first began to 

connect our States, the Erie Canal and 
the other canals, was what? The Fed-
eral Government helped finance that 
for the purpose of promoting interstate 
trade and commerce, and we continued 
into the 18th and 19th centuries. The 
great emancipator, President Lincoln, 
in the middle of the perhaps most dif-
ficult time in America’s history, the 
great Civil War, when inflation was 
running rampant and deficits were 
huge, decided to build the Trans-
continental Railroad. 

In the 20th century, we have seen the 
expansion in our interstate freeway 
system that has been subsidized by 
Federal, State and local revenues. 
Every port and harbor in America 
today has some form of local, State or 
Federal funding. 

All modes of our transportation his-
torically for three centuries have had a 
subsidization to what? Promote trade, 
commerce and move our people around. 
So, therefore, when we take that in 
light of our history and where we are 
today and where we want to be in the 
21st century, it is absolutely essential 
that we be promoting and expanding 
our intercity rail service throughout 
the Nation to ensure that, in the 21st 
Century, Americans have the proper 
type of intermodal transportation sys-
tem that is reflective of the world’s 
number one economy. 

VerDate Nov 24 2008 15:25 Jan 08, 2009 Jkt 039102 PO 00000 Frm 00194 Fmt 0688 Sfmt 0634 E:\BR05\H09MR5.006 H09MR5rm
aj

et
te

 o
n 

P
R

O
D

P
C

74
 w

ith
 B

O
U

N
D

 R
E

C
O

R
D



CONGRESSIONAL RECORD—HOUSE, Vol. 151, Pt. 34110 March 9, 2005 
For all of those reasons, Mr. Speaker, 

I urge the Congress to act appro-
priately and to ensure that we properly 
fund our Amtrak service throughout 
America today. 

Ms. CORRINE BROWN of Florida. 
Mr. Speaker, would you believe that 66 
percent of the American people support 
Amtrak? Not 66 percent from the Red 
States or the Blue States, but 66 per-
cent of the American people. 

Mr. Speaker, I yield to the gentleman 
from Maryland (Mr. CUMMINGS), a 
member of the Committee on Trans-
portation and Infrastructure and a 
leader in this country on transpor-
tation and infrastructure. 

Mr. CUMMINGS. Mr. Speaker, I 
thank the gentlewoman, first of all, for 
having this special order this evening. 
I also thank her for her leadership as 
the ranking member of the Sub-
committee on Railroads of our Com-
mittee on Transportation and Infra-
structure. I feel very fortunate to be a 
part of that subcommittee, and I thank 
her for her vigilance and constantly 
standing up for people who need a 
voice. 

Certainly, there is no question about 
it this evening, Mr. Speaker, that there 
are a number of people that, just this 
morning and this evening, as a matter 
of fact, are crowded on trains trying to 
get home, many of them having worked 
all day, glad to be able to sit down and 
relax as they ride home in an efficient 
and fast system of which Amtrak has 
structured itself and made available to 
them. 

The interesting thing that we face is 
that, so often, when we have good 
things going for us and they are work-
ing, sometimes folk like to tinker with 
them. And when they tinker with 
them, quite often they lose a lot of 
their effectiveness, and a lot of times 
they are thrown off the track. 

But the fact is that here we have a 
case where the President basically, by 
his actions, and I know he says other-
wise, puts this very important system, 
this system that I just spoke about, 
that so many people take advantage of, 
and certainly those in my district do, 
is about to take it and put it in a situa-
tion which would make it almost im-
possible to operate. 

So it is; I rise today to join my col-
leagues on both sides of the aisle in 
again expressing our strong support for 
Amtrak, our national intercity pas-
senger rail service. Regrettably, this 
expression of support is necessary be-
cause the President has proposed elimi-
nating Federal assistance for Amtrak 
from the fiscal 2006 budget, contrary to 
what the public wants, as our ranking 
member just stated, with over 60 per-
cent saying they want to see Amtrak 
supported, and they certainly want to 
see Amtrak survive. 

The simple fact of the matter is that 
the elimination of Federal aid to Am-
trak will send the system into bank-

ruptcy, where the service could be liq-
uidated. Liquidation of Amtrak is sim-
ply not in our national interest. As a 
matter of fact, if we did not have Am-
trak, we would have to invent it. The 
fiscal 2006 budget passed by Congress 
must include Federal aid for Amtrak at 
a level to support the system’s contin-
ued operation. 

Unfortunately, the President’s pro-
posal to eliminate Federal funding for 
Amtrak is not a new one. Particularly 
during the last 5 years, Amtrak has re-
peatedly faced threatened shutdowns 
and proposed elimination of its oper-
ating subsidy. These threats have done 
nothing to improve Amtrak’s service 
but have created continued uncer-
tainty among Amtrak’s 25 million an-
nual passengers and 20,000 employees. 

I believe that it is time that we bring 
to a close the prolonged debate about 
national passenger rail service in 
which we have been engaged in recent 
years by recommitting ourselves to 
Amtrak and to the value of national 
passenger rail service. 

Over the past 30 years, intercity pas-
senger rail service provided by Amtrak 
has become essential to ensuring mo-
bility in every corner of our Nation. 
Amtrak provides its 25 million inter-
city passengers with access to more 
than 500 stations in 46 States, including 
access to more than 100 cities that 
have no commercial air service. 

Amtrak also provides mobility to 
many segments of our population who 
might not otherwise be able to travel. 
According to the results of a study out-
lined in a 2004 Congressional Research 
Service report, approximately 42 per-
cent of Amtrak’s ridership is drawn 
from households with incomes less 
than $50,000, while 16 percent of its rid-
ers do not own their own cars. 

In creating Amtrak, Congress and 
the Nation made a commitment to the 
value of maintaining a national pas-
senger rail service. It is long past time 
for Congress to clearly define the na-
ture of this commitment and to honor 
this commitment by providing suffi-
cient and reliable funding to Amtrak 
to enable it to succeed as a transpor-
tation service. 

Our commitment must be a national 
commitment to national rail service. 
Congress must not shift the responsi-
bility for funding our national inter-
city passenger rail service to the indi-
vidual States which cannot afford to 
meet it and which cannot guide a truly 
national, seamless, intercity passenger 
rail service. 

In examining how Amtrak can be 
strengthened, Congress must look 
broadly at all aspects of Amtrak serv-
ice, including its relationship with 
freight railroads, and we must estab-
lish clear objectives for Amtrak that 
emphasize excellent national service. 
Congress must also demand that Am-
trak respond to our investment by de-
veloping and implementing a workable 

plan to provide the most efficient and 
cost-effective service possible. Such a 
plan must include appropriate bench-
marks for measuring progress. And 
Congress must be vigilant in demand-
ing accountability from that system. 

Finally, America has had an inter-
city passenger rail service for more 
than 150 years, and this service re-
mains an essential component of our 
transportation network. I urge the 
Congress to renew our commitment to 
intercity passenger rail service and to 
move past the annual struggle over 
Amtrak by creating a reliable funding 
stream and to embark on a concerted 
effort to enable this service to realize 
its full potential. 

One hundred and fifty years of rail 
service, the fact is that, now, that 
same service is under our watch, and so 
it is up to each of us, each one of us 
and the President, to ensure that that 
service lasts for another 150 years, so 
that when generations yet unborn look 
back at what we did in 2005, they can 
say that we sent a powerful message to 
the future, and that is that we cared 
about Amtrak and that we cared about 
the passenger who simply wants to 
move from one place to another to 
have the very, very best lives that they 
can. 

With that, I again thank the gentle-
woman for her vigilance and leader-
ship. 

Ms. CORRINE BROWN of Florida. 
Mr. Speaker, reclaiming my time, may 
I ask the gentleman one question be-
fore he leaves? 

I know that the gentleman comes 
from Baltimore, which is a big city, 
and many people look at the big city 
and know that we need Amtrak. But 
would the gentleman believe that 109 
small cities do not have any other form 
of transportation? They do not have 
bus service, nor do they have air serv-
ice. 

Mr. CUMMINGS. Mr. Speaker, if the 
gentlewoman would yield further, I 
often ride from Baltimore up to Con-
necticut on Amtrak, and I see some of 
the little small stops that we stop at. 
The stations are very small, but the 
fact is that people get on the train and 
people get off the train. And I say to 
myself, I wonder what they would do if 
we did not have that kind of service? 
That is the kind of sensitivity that we 
have and that we must maintain. Then 
we have got to take our beliefs and 
make sure we turn them into action. 

Ms. CORRINE BROWN of Florida. 
Mr. Speaker, I thank the gentleman. 

Mr. Speaker, it is now my pleasure to 
yield to the gentleman from New York 
(Mr. BISHOP), also a leader on the Com-
mittee on Transportation and Infra-
structure. 

Mr. BISHOP of New York. Mr. Speak-
er, I thank the gentlewoman. Let me 
start by thanking the gentlewoman 
from Florida (Ms. CORRINE BROWN) for 
organizing this time this evening and 

VerDate Nov 24 2008 15:25 Jan 08, 2009 Jkt 039102 PO 00000 Frm 00195 Fmt 0688 Sfmt 0634 E:\BR05\H09MR5.006 H09MR5rm
aj

et
te

 o
n 

P
R

O
D

P
C

74
 w

ith
 B

O
U

N
D

 R
E

C
O

R
D



CONGRESSIONAL RECORD—HOUSE, Vol. 151, Pt. 3 4111 March 9, 2005 
particularly for her leadership on this 
and so many other issues of great im-
portance to our Nation. 

Mr. Speaker, I rise tonight in support 
of Amtrak, America’s national rail sys-
tem. As a personal beneficiary of the 
service that Amtrak provides and as 
someone who represents a congres-
sional district that counts on safe, reli-
able rail service, I am a strong sup-
porter of providing this vital industry 
the funding necessary to continue oper-
ations. 

A healthy Amtrak is an integral part 
of New York and the Nation’s economy 
and transportation systems. Amtrak 
offers riders a cost-effective way to 
travel throughout the country. It has 
over 2,000 employees, serves over 500 
stations in 46 States and owns and op-
erates over 700 miles of shared track 
throughout the country. 

These numbers tell the story. Am-
trak is a major industry helping to 
support families and towns throughout 
the country, and it requires our sup-
port now. 

The administration budget proposal 
to eliminate funding for Amtrak flies 
in the face of common sense and the 
President’s stated goal of sensibly 
growing this Nation’s economy. The 
events of September 11, 2001, showed us 
America’s reliance on the rail system 
and Amtrak in particular. As planes 
sat grounded everywhere, goods, serv-
ices and people continued to move, 
thanks in large part to Amtrak. 

The President’s budget proposal indi-
cates that with regard to passenger 
rail, we have not learned enough from 
that terrible day. There is hardly a 
more clear example of misguided prior-
ities at the Federal level. Current plans 
will force a major employer to shut its 
doors, move people out of secure em-
ployment and cripple a transportation 
system that serves millions of people. 
We need to abandon this approach that 
will end national rail service and, in-
stead, look for ways to improve upon 
our existing structure of supporting 
rail lines. 

Abandoning Amtrak will destroy a 
system that has never been supported 
adequately. In comparison to the rest 
of the world, we rank a miserable 25th 
on the list of countries that provide 
commuter rail funding. The U.S. is out-
paced by countries like Estonia, Bel-
gium and Slovenia. 

It is no wonder that we are debating 
investment in Amtrak. We have never 
provided the adequate assistance that 
would allow Amtrak to operate at full 
capacity, thereby providing no baseline 
for comparison now that the President 
is proposing to eliminate the program. 

Over 30 years ago, Amtrak replaced a 
faltering private rail system failing to 
provide adequate services. Now, 30 
years later, we are attempting to re-
place an existing public passenger rail 
system with some undefined private 
system by stripping funding for a 

struggling but improving system that 
America supports. We should not con-
tinue this cycle, and I urge my col-
leagues to oppose this proposal, as it 
represents an unclear approach to a 
very serious issue. 

Congress continues to focus on fund-
ing other transportation modes over 
Amtrak to the detriment of the rail in-
dustry. Amtrak’s level of funding rep-
resents only 2 percent of the U.S. De-
partment of Transportation’s nearly 
$60 billion budget; whereas over 50 per-
cent of the Department’s spending 
went for highways, and nearly $20 bil-
lion went for air travel. 

b 1815 

The fact is that America relies on 
Amtrak to move people. Commuter rail 
systems would be faced with major 
roadblocks and possible route elimi-
nation if Amtrak lost funding. So we 
are not just talking about an effect on 
Amtrak’s customers alone. Over 850,000 
commuters a day rely on Amtrak or its 
infrastructure to get to and from work, 
and it simply makes no sense to elimi-
nate funding for a program that bene-
fits nearly 1 million commuters a day. 

Mr. Speaker, I urge all of my col-
leagues to fight for the continued oper-
ation of Amtrak by advocating for a 
budget providing $1.8 billion for fiscal 
year 2006. I thank the gentlewoman 
from Florida (Ms. CORRINE BROWN) for 
her leadership on this issue. 

Ms. CORRINE BROWN of Florida. 
Mr. Speaker, I have a question for the 
gentleman: Can he repeat how much we 
are proposing to spend this year on 
Amtrak? 

Mr. BISHOP of New York. The Presi-
dent’s budget proposes zero. 

Ms. CORRINE BROWN of Florida. 
Zero. 

Mr. BISHOP of New York. And what 
we need is a budget of at least $1.8 bil-
lion. 

Ms. CORRINE BROWN of Florida. 
Mr. Speaker, $1.8 billion. Would the 
gentleman believe that we are spending 
$1 billion a week in Iraq, $4 billion a 
month in Iraq, and with $3 billion, it 
would completely fund the Amtrak sys-
tem and bring it up to date. The people 
that pay the bill are getting the short 
end of the stick. 

Mr. BISHOP of New York. Indeed 
they are. This country has a long his-
tory of finding the money to support 
things that it considers to be a pri-
ority, and we simply need to come to-
gether and say that this kind of pas-
senger rail service is a priority. 

Ms. CORRINE BROWN of Florida. 
Mr. Speaker, I thank the gentleman. 

Mr. Speaker, I would like to yield to 
the delegate from the District of Co-
lumbia who is a leader on the Com-
mittee on Transportation and Infra-
structure and has been on that com-
mittee ever since I have been here in 
Congress for over 12 years, and I know 
longer, but certainly is the voice for 

transportation, not just in the District, 
but in the country. 

Ms. NORTON. Mr. Speaker, I thank 
the gentlewoman for yielding and for 
her kind words. Yes, I have been on 
this committee for 14 years, and I am 
very pleased to see the gentlewoman 
become the new leader of the Sub-
committee on Railroads and already, in 
this and other ways, is offering excel-
lent leadership. The gentlewoman is 
going to be tested, because she faces a 
crisis like no Chair of that committee 
has faced, with possible loss all to-
gether of Amtrak; and I congratulate 
her for taking hold and having no fear, 
but then the gentlewoman is known to 
be fearless. 

Mr. Speaker, it is unthinkable that 
in the post–9/11 era we are leaving large 
parts of our country with little or no 
transportation. It began with the air-
lines, deregulation in the 1980s and, in 
order to accomplish that, some good 
things came from it, but some not-so- 
good things came from it, because they 
had to pull out of many markets that 
are not unprofitable, given the deregu-
lation. Even before 9/11, all the airlines 
were, as it were, in the hospital. Every 
last one of them, union controlled or 
not, of large airlines is now in inten-
sive care, to be polite about how badly 
off they are. So much for the airlines 
already not serving huge blocks of the 
country. 

West Coast communities and commu-
nities in the South are now up in arms 
as Greyhound is about to pull out of 
those communities. Because when the 
Federal Government took over Am-
trak, we closed down half of Amtrak. 
So all they had was Greyhound, and 
now Greyhound is gone. Yet, I am on 
the Select Committee on Homeland Se-
curity working on security. It looks 
like there is no way to get out of many 
communities in the United States of 
America. 

As the gentlewoman from Florida 
(Ms. CORRINE BROWN) knows, we just 
passed a major transportation bill, fi-
nally. Yet, we are systematically 
starving transportation in our country, 
and if I can say that about bus and air-
lines because, after all, they are sub-
sidized. 

Ms. CORRINE BROWN of Florida. 
Mr. Speaker, would the gentlewoman 
yield? 

Ms. NORTON. I am pleased to yield 
to the gentlewoman from Florida. 

Ms. CORRINE BROWN of Florida. We 
are working on the bill; hopefully, we 
will pass it tomorrow. But I want to 
point out, we are looking at a bill that 
is $284 billion, and our Department of 
Transportation indicated that we need-
ed $375 billion. So we are way behind. 
This is because this Bush administra-
tion does not support the investments 
that we really need to make in trans-
portation, and that is why we are 17 
months behind passing a transpor-
tation bill that the country and all of 
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the Governors, the local communities, 
the private sector, they all need this 
investment, because our infrastructure 
in the United States is falling apart. 

Ms. NORTON. Well, I thank the gen-
tlewoman, and I thank her for remind-
ing us that we have not even passed 
this bill yet; we are supposed to get to 
that tomorrow. And we are 17 months 
late in passing this, and there is much 
to complain about with this bill. Even 
though the buses have dedicated fund-
ing through the highways and the air-
lines have dedicated funding through 
the airports, there is no dedicated 
funding for rail. How did rail get left 
out? 

We are trying to be a great power on 
the cheap, because I never heard of a 
great power that did not have first- 
class rail service. We understand that 
apparently about airlines; that is why 
we subsidize the airlines. Particularly 
in the post–9/11 era, I can tell my col-
leagues that after the terrible tragedy 
at the Pentagon, there was really only 
one way to get out of the District of 
Columbia. They closed Reagan Na-
tional Airport for 2 weeks. I do not 
know how the gentlewoman got home 
to Jacksonville, because she sure did 
not get home out of this jurisdiction. 

Ms. CORRINE BROWN of Florida. 
Mr. Speaker, if the gentlewoman will 
yield, our local Coast Guard came to 
Washington and carried the Florida 
delegation home. 

Ms. NORTON. Amazing. 
Ms. CORRINE BROWN of Florida. 

And it took all day, because the group 
was stationed out of Jacksonville, so 
we flew from here to Miami, then we 
went to Fort Lauderdale, Orlando, then 
to Jacksonville. That was the only way 
we could get out of the city. 

But let me mention to the gentle-
woman from the District of Columbia, 
after September 11, there was another 
plane that went down in New York. I 
do not know whether you remember 
that; it went down in Queens. 

Ms. NORTON. Yes. 
Ms. CORRINE BROWN of Florida. I 

was in New York at that time. I had 
checked out of the hotel, and the hotel 
would not let us back in. We did not 
know what was going on. And every-
thing shut down, like the gentlewoman 
said. The airport shut down; the 
bridges shut down. There was no way 
out of the city. 

I went to the Amtrak station and 
there I saw several Members of the 
Senate and the House, and that is how 
we were able to get out of New York 
City and get back into Washington, 
D.C. It is a safety issue. Why would the 
richest country in the world even con-
sider not having a rail transportation 
to move people in time of crisis. 

Ms. NORTON. The gentlewoman has 
documented the point I think dramati-
cally, even involving the Members of 
this body. We cannot afford to leave 
major cities of the United States de-

pendent on one form of transportation. 
That is how the Capital of the United 
States was left. We just heard the gen-
tlewoman from Florida talk about New 
York being left in the same way. Who 
would, as the gentlewoman says, want 
to even risk that? 

We are not alone, Madam Chair. 
Under the gentlewoman’s leadership, 
we are already seeing action in the 
other body. I was pleased to see that 
Senator CONRAD BURNS all the way out 
in Montana is talking about Amtrak 
and about saving Amtrak. Six Repub-
licans have already joined him. There 
is going to be a huge bipartisan effort 
here. I think we are going to be suc-
cessful, because there is no recourse. 
There is no alternative to making sure 
that we have a national railroad. 

The worst part of what the adminis-
tration is doing is trying to delib-
erately force Amtrak into bankruptcy. 

Ms. CORRINE BROWN of Florida. 
Mr. Speaker, if the gentlewoman will 
yield, it is truly hard to believe how an 
administration could state that it is 
their goal to put an industry out of 
business and put them in bankruptcy. 
To me, it is just a clear example that 
we have gotten our priorities wrong. 

I think that this debate should not be 
between Democrats and Republicans, 
House and Senate. I think this debate, 
I think it is very important for the 
American people to weigh in on why 
they think it is important. One of the 
things that I think has been a failure is 
that we have not been able to convey 
the importance of rail service in this 
country. 

Ms. NORTON. Mr. Speaker, I thank 
the gentlewoman for making that 
point, because I hope we do not have to 
lose it before people understand how 
much they need it. The notion of bank-
ruptcy, well, there is a bankruptcy of 
policy, if bankruptcy is all one can 
think about for a public service that 
the country cannot do without. 

We know that bankruptcy has not 
done anything for the airlines. We have 
had several airlines go into bank-
ruptcy. They go, they come out, but 
because they are a public service, they 
have to go a certain number of places. 
And guess what? They need some kind 
of subsidy, and they certainly have 
gotten some, even though we have re-
quired them to operate as businesses. 

We used to require the railroads to 
operate as businesses; but beginning in 
1971, the Congress understood that the 
business model did not work for rail-
roads. It does not work for railroads 
anywhere in the United States. Yet 
that is what we have here: bankruptcy. 
Because policy is being determined by 
ideology, the ideology that says that if 
the private sector cannot do it, then 
maybe we do not need it, and that is 
why the gentlewoman’s point is so im-
portant. 

Somebody needs to get up and tell 
the Congress and tell the administra-

tion that they do need it. It is not ide-
ology that should decide whether the 
Nation is going to have railroads; it is 
old fashioned American pragmatism. 
We took them over, eliminating half of 
the lines in 1971, because the private 
sector said, hey, there is no profit in 
this. What makes us think there is 
profit in it now, when even we do not 
want to give a subsidy that would be 
required of us as a public body. 

I want to alert Members here. They 
may think that we are talking about 
the Amtrak that they see here every 
day; you know, the Amtrak that goes 
to Pennsylvania Railroad, the Amtrak 
of Union Station. I am talking about 
the Amtrak that exists in 46 States, I 
say to the gentlewoman. That is the 
Amtrak I am talking about. The Am-
trak that affects each and every Mem-
ber of the House and Senate. I think we 
ought to alert Members what we are 
really talking about. We are talking 
about the national network that we 
call Amtrak that, in fact, serves the 
entire United States. If Amtrak were 
an airline, it would be the eighth larg-
est airline in the United States. 

The thing that most gets me about 
what it is that the administration ap-
parently says it wants to do, and here 
I am quoting what Secretary Norm Mi-
neta said when the President’s budget 
came over here, that they want to 
change funding responsibilities to the 
States on a 50–50 match. Give me a 
break. Hey, if the Federal Government 
cannot stand these costs, are we seri-
ous that the States, which are now fac-
ing huge Medicaid costs, huge shifts of 
the Federal budget to them, huge ef-
fects of the tax cuts, are going to now 
be able to pick up Amtrak and keep it 
going? 

This is a scandal and a scandal that 
we must break before it goes any fur-
ther. If they think that this is like the 
ordinary bankruptcy where a company 
comes in and picks up the pieces on the 
cheap, yes, you can pick up the pieces 
on the cheap, but can you run a rail-
road. I think what we now know is that 
you cannot run a railroad without sub-
sidy. 

We will not be the first country in 
the world to run it without subsidy, 
and the reason they talk about 50–50 
with the States is they know that the 
private sector cannot run it without a 
subsidy, so they want to shift the costs 
of the subsidy to the private sector. 
Watch out, everybody in the House. 
They are coming your way, and we 
have to keep the costs where the tax 
base is broadest, here in the House, not 
on the tax bases of each and every 
State which are having a hard enough 
time keeping their own transportation 
going. 

b 1830 
Ms. CORRINE BROWN of Florida. 

Mr. Speaker, I want to be clear that 
there is no mode of transportation, in-
cluding rail, that pays for itself, not 
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only here in the United States but no-
where in the world. Public transpor-
tation is just that. We subsidize every 
forming of transportation. 

I really welcome this debate because 
I think we have been nickeling and 
diming Amtrak to death, and now we 
need to put up or shut up. And I think 
the American people, where 66 percent, 
not from the blue States and the red 
States, but 66 percent of the American 
people said that they want passenger 
rail in this country. 

Ms. NORTON. I think that is an aw-
fully important point to make. With 
that supermajority it does not seem to 
me that the administration can suc-
ceed in eliminating Amtrak if we do 
our work here in the Congress. They 
talk about leaving the commuter rail 
lines there. Well, it is interesting to 
hear the railroad administration say 
that they are unable and unqualified to 
help operate those rail lines. I am not 
sure what the administration is after 
there. Of course, those are the parts of 
Amtrak that people use to get back 
and forth to work. 

This is not very well thought out. It 
seems to me, if you took about 5 min-
utes thinking about it, you would have 
to come up with another solution. In 
fact, let us assume that I think the 
best way to come to grips with what 
the administration is seeking to do, let 
us assume that they got their way and 
somehow or another they went into 
bankruptcy and some company came 
and picked it up on the cheap, nothing 
resembling the present coverage could 
possibly survive. I mean, some private 
person, because you have a bottom 
line, you have stockholders, would do 
what you got to do, and he would pick 
off the most profitable, there is a tiny 
part that is profitable maybe between 
Boston and New York and say, the rest 
of you are on your own. You would 
have one corridor or so railroad. Noth-
ing resembling the kind of coverage 
that we have now would be possible. 

I do want to point out something be-
cause as a lawyer, I got interested 
when I learned something from my 
staff. I said, wait a minute, I have to 
look into this. There are so many im-
possible missions we have given Am-
trak. They have modernized and done a 
very good job of doing that. 

Ms. CORRINE BROWN of Florida. I 
want to point out ridership on Amtrak 
is up 1 million passengers. People are 
using the services. You lawyers do this, 
suppose this. Well, let me just say, my 
position is what happens when failure 
is not an option. We cannot fail the 
American people on this issue. This 
issue is bigger than us. This is bigger 
than the Congress. This is about the fu-
ture of America. It is about post–9/11 
and whether or not we are going to pro-
vide the safety that the American peo-
ple need. We are talking about home-
land security. This is homeland secu-
rity. 

We have got to make sure that we 
can move people and not just invest in 
operations, but we need to invest in 
safety, and not just for Amtrak but for 
all of the systems. Because look what 
happened in Madrid when the Amtrak 
was bombed. I mean, those are the 
kinds of things that we need to be 
looking into. How can we make sure 
the system is safe for the ridership? 

This administration is short-minded. 
They have their priorities backwards 
in many areas. And certainly, I feel 
that, I guess when you get a 53 percent 
mandate, you got it going on. But as 
far as I am concerned, the American 
people need to understand, and I think 
it is our job to help educate them on 
the importance of Amtrak and give 
them a method that they can commu-
nicate to us and let us know that Am-
trak is important. 

With that, I am proposing that we do 
a series of whistle stops throughout the 
country. I think the Members need to 
get out into the districts, ride the 
train, and talk to the people that are 
doing that ridership. And we are work-
ing on that, and we are organizing 
that. And I hope that the gentlewoman 
will participate because I think that 
the best thing to do is to have townhall 
meetings where the people can give us 
direct input. 

This is the people’s House, and we 
represent the people of the United 
States, and we are closer to them. We 
have to come before them every 2 
years. And so I think this would be one 
avenue with those whistle stops, to get 
out and talk to the American people 
and hear what they have to say about 
Amtrak. 

My hour is up. I am going to close by 
just saying, what do you do when fail-
ure is not an option? Failure is not an 
option when it comes to Amtrak. We 
must have Amtrak passenger rail serv-
ice in this country. 

The current funding issues concerning Am-
trak brings up a fundamental question of 
where this Nation stands on public transpor-
tation. We have an opportunity to improve a 
system that serves our need for passenger rail 
service, or we can let it fall apart, and leave 
this country’s travelers and businesses with 
absolutely no alternative form of public trans-
portation. 

Without the funding Amtrak needs to keep 
operating, we will soon see people that rely on 
Amtrak to get them to work each day, waiting 
for a train that isn’t coming. 

We continue to subsidize highways and 
aviation, but when it comes to our passenger 
rail system, we refuse to provide the money 
Amtrak needs to survive. 

This issue is so much bigger than just trans-
portation. This is about safety and national se-
curity. Not only should we be giving Amtrak 
the money it needs to continue providing serv-
ice, we should be providing security money to 
upgrade their tracks and improve safety and 
security measures in the entire rail system. 

Once again we see the Bush Administra-
tions paying for its failed policies by cutting 

funds to vital public services and jeopardizing 
more American jobs. This Administration sees 
nothing wrong with taking money from the 
hard working Amtrak employees who work day 
and night to provide top quality service to their 
passengers. These folks are trying to make a 
living for their families, and they don’t deserve 
this shabby treatment from the President. 

It’s time for this Administration to step up to 
the plate and make a decision about Amtrak 
based on what’s best for the traveling public, 
not what’s best for the right wing of the Re-
publican party and the bean counters at OMB. 

I represent Central Florida, which depends 
on tourism for its economy, and we need peo-
ple to be able to get to the state to enjoy it. 
Ever since September 11th, more and more 
people are turning from the airlines to Amtrak, 
and they deserve safe and dependable serv-
ice. 

And this is just one example of Amtrak’s im-
pact on my state. Amtrak runs four long-dis-
tance trains through Florida, employs 990 resi-
dents with wages totaling over $43 million, 
and purchase over $13 million in goods and 
services last year alone. And they are doing 
the same thing in every state they run in. 

Some people think that the solution to the 
problem is to privatize the system. If we pri-
vatize, we will see the same thing we saw 
when we deregulated the airline industry. Only 
the lucrative routes would be maintained, and 
routes to Rural locations will be expensive and 
few. 

I was in New York shortly after September 
11th when the plane leaving JFK airport 
crashed into the Bronx. I, along with many of 
my colleagues in both the House and Senate 
took Amtrak back to Washington. I realized 
once again just how important AMTRAK is to 
the American people, and how important it is 
for this nation to have alternative modes of 
Transportation. 

This isn’t about fiscal policy, this is about 
providing a safe and reliable public transpor-
tation system that the citizens of this Nation 
need and deserve. 

Amtrak was created by Congress in 1970 to 
take over the money-losing passenger rail 
service previously operated by private freight 
railroad companies in the United States. 

More than half of all rail passenger routes 
were eliminated when Amtrak began service 
on May 1, 1971. 

Although Amtrak’s route system has re-
mained essentially the same size, it rep-
resents a mere skeleton of what was once the 
United States’ passenger rail network. 

During the period from Amtrak’s inception 
through 2003, the federal government has 
spent $1.89 trillion on air and highway modes. 
In the same time frame, Amtrak received just 
over $30 billion in federal subsidies. 

While the United States once had a pas-
senger rail system that was the envy of the 
world, a lack of capital investment has stalled 
the advancement of corridor development 
throughout the country. 

Dependent upon an annual federal appro-
priation, Amtrak’s national network is con-
stantly threatened by under-investment, lack of 
a clearly articulated federal rail policy, and an 
uncertain future. 

Amtrak operates a nationwide rail network, 
serving over 500 stations in 46 states on 
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22,000 miles of track with approximately 
20,000 employees. 

During FY 2004, Amtrak carried just over 25 
million passengers, representing an increase 
of over 4 percent compared to FY 2003. 

In addition to operating 300 daily intercity 
trains, approximately 850,000 commuters each 
day depend on operating agreements with 
Amtrak, Amtrak-owned infrastructure, or 
shared operations. 

Amtrak’s Northeast Corridor is the heaviest 
traveled railroad in North America, with over 
1,700 trains operating over some portion of 
the Washington-Boston route each day. 

Compared to domestic airlines in FY 2002, 
Amtrak ranks 8th in ridership with a market 
share of 4.6 percent and 1st in passengers 
per frequency. 

In FY 2004, Amtrak generated approxi-
mately $2.06 billion in revenues and incurred 
approximately $3.18 billion in expenses, cov-
ering 65 percent of its operating costs, on par 
with Canada, Spain and France. No pas-
senger railroad system in the world operates 
without some form of public subsidy. 

Outside the Northeast Corridor, five other 
corridors carry over one half million people an-
nually. These corridors are: San Diego-Los 
Angeles-San Luis Obispo; San Jose-Oakland- 
Sacramento-Auburn; New York-Albany-Buf-
falo; Oakland-Fresno-Bakersfield; and Van-
couver-Seattle-Portland-Eugene. 

Amtrak owned property includes 2,141 rail-
road cars, 425 locomotives, 20 high-speed 
Acela train sets, a 97 mile segment of 95 mph 
track in Michigan, a 62 mile segment from 
New Haven, CT to Springfield, MA, 104 miles 
of 90 mph track in Pennsylvania, and 363 
miles of the Northeast Corridor connecting 
Washington, Philadelphia, New York and Bos-
ton; the busiest passenger line in the country. 

All transportation in the United States is di-
rectly or indirectly subsidized. Unlike aviation, 
highways and transit, there is no dedicated 
fund for investing in passenger rail develop-
ment. These other modes all operate on pre-
dominantly federally owned or federally as-
sisted infrastructure, and rely on government- 
supported security, research, and traffic con-
trollers. 

In FY04, the United States Department of 
Transportation’s $59 billion budget included 
$34 billion for highways, $14 billion to the 
FAA, and $1.217 billion for Amtrak. 

Amtrak’s FY 2004 appropriation of $1.217 
billion represented 2 percent of the Depart-
ment of Transportation’s $59 billion budget. 

Countries with well-developed passenger 
rail networks but much smaller populations 
such as Germany and Japan invest $3–4 bil-
lion annually on passenger rail, representing 
over 20 percent of their total transportation 
spending. 

In 2000, Canada announced a dedicated 
source of capital for five years to fund new 
equipment, modernize infrastructure, and im-
prove its existing passenger railroad network. 
Canada’s system is 1⁄3 the size of Amtrak’s 
and has 1⁄6 the ridership. 

The State of California has invested ap-
proximately $100 million per year in passenger 
rail over the past 10 years and its state-sup-
ported trains carried 4.25 million passengers 
in FY 2004, representing approximately 17 
percent of Amtrak’s national total. These trains 

are consistently achieving double-digit rider-
ship growth, proving that investment in pas-
senger rail will reap benefits. 

Amtrak’s corridor services operate over a 
6,000-mile route system and serve 23 states, 
primarily in the Northeast, Midwest and along 
the Pacific Coast. With the exception of some 
trains operating between Boston and Wash-
ington, which cover their direct operating costs 
but not the corridor’s significant capital costs, 
none of Amtrak’s corridor or state routes cov-
ers all of their expenses from fare box reve-
nues. 

Outside the Northeast Corridor, five other 
corridors carry over one half million people an-
nually. These corridors are: San Diego-Los 
Angeles-San Luis Obispo; San Jose-Oakland- 
Sacramento-Auburn; New York-Albany-Buf-
falo; Oakland-Fresno-Bakersfield; and Van-
couver-Seattle-Portland-Eugene. 

Thirteen states provide operating support for 
20 different routes, with payments totaling 
over $135 million in FY 2004. Many states, in-
cluding California, Illinois, Oregon, New York, 
and Washington recognize the benefits of in-
vesting in corridor development, and have 
spent substantial state funds to improve serv-
ices with positive ridership results. 

Currently, Amtrak operates the high-speed 
Acela Express service, which travels in the 
Northeast Corridor between New York and 
Washington in approximately 2 hours 45 min-
utes, and Boston and New York in approxi-
mately 3 hours, 20 minutes. Amtrak now car-
ries 50 percent of the air/rail market between 
New York and Washington, and 39 percent of 
the market share between Boston and New 
York. This is up from 36 percent between New 
York and Washington and 18 percent between 
Boston and New York before Acela Express 
was introduced. This demonstrates travelers 
will increasingly use a reliable, trip-time com-
petitive alternative to the congestion that is 
otherwise choking our cities. 

Corridors in which states have invested 
funds to improve trip times and frequencies in-
clude the Pacific Surfliners in California and 
the Cascades Service in the Pacific North-
west. These corridors have multiple fre-
quencies and the potential to become higher- 
speed rail corridors once infrastructure im-
provements can be made. 

The State of California has invested ap-
proximately $100 million per year in passenger 
rail over the past 10 years and its state-sup-
ported trains carried 4.25 million passengers 
in FY 2004, representing approximately 17 
percent of Amtrak’s national total. These trains 
are consistently achieving double-digit rider-
ship growth, proving that investment in pas-
senger rail will reap benefits. 

The route through the Northern part of the 
country, the Empire Builder, which carried 
over 437,000 passengers last year, is the only 
public transportation service in many commu-
nities in North Dakota, Montana and North-
eastern Washington. For most of the states 
along the Empire Builder, tourism serves as a 
major economic engine. A recent study identi-
fying the economic contributions of the Empire 
Builder demonstrated nearly $14 million in an-
nual economic benefits to the state of Mon-
tana alone. 

Long-distance trains also provide transpor-
tation during periods of severe weather condi-

tions or emergencies that stall other modes of 
transportation. This was demonstrated after 
the September 11 terrorist attacks that 
grounded air travel. Additionally, these trains 
provide a strong economic benefit for the 
states and communities that they serve. 

The majority of passengers on the long-dis-
tance trains do not travel between the 
endpoints, but rather to any combination of 
city pairs. For example, the Southwest Chief, 
which travels from Chicago to Los Angeles via 
Kansas City, has 33 stops, creating 528 pos-
sible trip combinations. 

Most of Amtrak’s expenditures are due to 
the immense capital needs of its infrastructure, 
particularly the Northeast Corridor, not the op-
erating costs of the long distance trains. 
These operating cost figures should be cited 
with caution. 

Critics often refer to the ‘‘loss per pas-
senger’’ of the tong distance trains. However, 
each long distance train passenger is the 
equivalent of five short distance train pas-
sengers because of the greater distances trav-
eled. More importantly, these ‘‘loss per pas-
senger’’ figures often include not only the 
‘‘avoidable’’ costs of operating individual long 
distance trains (such as the cost of diesel fuel) 
but all of the shared costs that Amtrak incurs 
for the benefit of both long-distance and cor-
ridor trains (such as the cost of mechanical fa-
cilities, Amtrak’s computer systems, and sta-
tions like Los Angeles Union Station). Includ-
ing shared costs produces inflated and mis-
leading ‘‘loss’’ figures, since these costs will 
not go away if long distance trains are elimi-
nated. 

Eliminating all long distance trains would 
produce negligible cost savings in the first few 
years because of the requirement that Amtrak 
pay labor protection to impacted employees. 
When these payments ended after five years, 
the savings would still be minimal: around 
$300 million annually. 

Eliminating individual long distance trains 
produce even fewer savings: most of the 
shared costs of Amtrak’s long distance net-
work, such as the costs of maintenance facili-
ties that serve multiple long distance trains, 
would remain. Additionally, Amtrak continues 
to make changes to its long-distance trains 
that will improve revenue and finances for the 
system. 

Amtrak recently exited from the mail and ex-
press business, resulting in shorter and more 
convenient schedules, with reduced labor 
costs. The repair of wreck-damaged equip-
ment continues and will allow Amtrak to in-
crease capacity, and therefore revenues, on 
long distance trains, which often sell out. 
These changes should help further reduce the 
losses of long-distance trains. 

Amtrak’s right to operate passenger trains 
over freight railroads comes from the Rail Pas-
senger Service Act. This act states that: Am-
trak has the right to access all rail lines in the 
U.S. to operate intercity passenger trains and; 
Amtrak trains have dispatching preference 
over freight trains. 

With the exception of trains over the North-
east Corridor between Washington, DC, and 
Boston, MA, Amtrak trains operate over tracks 
owned and managed by the nation’s freight 
railroad companies. 

In the past, congestion on these freight 
routes has caused delays for Amtrak trains, 
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however, this past summer has seen signifi-
cant delays and inconveniences to Amtrak’s 
passengers across the country. 

Amtrak’s 5-year Strategic Plan, which was 
approved by its Board of Directors on June 
10, 2004, specifies that approximately $1.8 bil-
lion will be required for fiscal year 2006. 

According to a recent report by the Con-
gressional Research Service, both the now 
defunct Amtrak Reform Council and the DOT– 
IG acknowledge the need for at least $1.5 bil-
lion in capital and operating support. 

Seeking no funds for direct Amtrak ex-
penses and ceding control of the railroad to a 
bankruptcy trustee, whose legal responsibility 
is to Amtrak’s creditors, represents a drastic 
and unrealistic turnaround in the Administra-
tion’s policy. 

Since David Gunn’s arrival, Amtrak Total 
Ridership has increased by 11.6 percent. The 
number of intercity trains operated have in-
creased by 21.4 percent. The number of trains 
on the NEC has increased by 29.2 percent 
while others have increased by 17.3 percent. 

Ridership on the NEC is 10 percent and 
other corridor trains, like the Pacific Surfliner, 
Capitals and San Juaquins in California and 
the Cascades in Oregon and Washington 
have increased by 27 percent driving a 12 
percent increase in ticket revenue. 

Americans have chosen it as their form of 
travel in record numbers. In the 3 years post 
September 11th, Amtrak has proven its value 
to the nation and has increased its ridership 
steadily. 

Last year, Amtrak carried 25 million pas-
sengers, up from the previous year’s record. 
When given the option, travelers choose Am-
trak over other, less convenient forms of trav-
el. In FY04 the air-rail market from DC to New 
York was split 50 percent to 50 percent, Los 
Angeles to San Diego was 30 percent to 70 
percent and Portland to Seattle was 30 per-
cent to 61 percent. 

David Gunn has made real progress reform-
ing the railroad since taking the helm in May 
of 2002. Over the last 30 months he has de-
creased the workforce by more than 22 per-
cent, removing unnecessary layers on man-
agement, increased train service and oper-
ation, eliminated and realigned routes for 
greater efficiency and implemented more inter-
nal reforms than any of its previous CEOs. 

In fact, Amtrak’s core operating expenses 
are lower today than they were when he took 
over. David Gunn has made real reforms and 
has proven to be the right person to continue 
fixing the problems that have plagued Amtrak 
over the years. 

f 

HEALTH CARE 

The SPEAKER pro tempore (Mr. ING-
LIS of South Carolina). Under the 
Speaker’s announced policy of January 
4, 2005, the gentleman from Georgia 
(Mr. GINGREY) is recognized for 60 min-
utes as the designee of the majority 
leader. 

Mr. GINGREY. Mr. Speaker, tonight, 
as part of the Republican Health Care 
Public Affairs Team, my co-chair, the 
gentleman from Pennsylvania (Mr. 
MURPHY), and I are here with a couple 
of our colleagues to talk about, over 

the next hour, one of the most impor-
tant things to the people of this great 
country, and that is health care and 
our health care system. 

We have a great system, without 
question, probably the greatest health 
care system on Earth. But we are not 
going to just stand up here during this 
next hour or as we go forward with our 
Health Care Public Affairs Team and 
on a monthly basis, talk about dif-
ferent health care issues that are so 
important to this Nation and pat our-
selves on the back. We are not going to 
do that. We are going to talk about 
some problems that exist. 

Tonight, we are going to focus pri-
marily on the civil justice system and 
trying to solve a problem in regard to 
medical liability insurance and the 
lack of access to care. But there are so 
many other issues that we will be talk-
ing about as we go forward in this se-
ries of 1–hour discussions with our col-
leagues, Mr. Speaker. Things like Med-
icaid. Obviously, we have got a serious 
problem with Medicaid. We need to re-
form that system, and the President 
talked about many of these things in 
his State of the Union address. We ad-
dressed, of course, Medicare moderniza-
tion and the prescription drug act last 
year. In fact, December of 2003 is when 
that bill was signed by President Bush. 

But we will continue to focus on 
Medicare in realizing that it is not a 
perfect system. It is a good system. It 
has served our people well, but it is not 
perfect. 

Then, of course, the issue of the unin-
sured, some 43 million in this country. 
Many of them, Mr. Speaker, have jobs. 
They work. They are not unemployed, 
but they are underemployed and, in 
many cases, are not insured at all. 
They do not have the opportunity to 
purchase health insurance. Maybe it is 
not even offered by their employer, or 
if it is, they cannot afford to purchase 
that insurance. And my colleague, the 
co-chairman of this Republican Health 
Care Public Affairs Team who is with 
us tonight, will be speaking in just a 
few minutes. We will be talking about, 
also, just the issue of electronic med-
ical record keeping and how important 
that is to reduce the number of errors, 
medical errors that we know cause far 
too many injuries and, yes, in some 
cases, loss of life in this country. The 
gentleman from Pennsylvania (Mr. 
MURPHY) will talk about that. 

The main emphasis tonight, of 
course, as I stated, Mr. Speaker, will be 
to talk about this issue of medical li-
ability and why it is causing such an-
guish in our country and resulting in 
the lack of timely and necessary access 
to health care. 

I am often asked, I am a physician 
Member, I think, Mr. Speaker, you 
know that, and my colleagues are 
aware of that. I came to this body after 
practicing OB–GYN medicine in my 
district, the 11th district of Georgia, 

the City of Marietta, Cobb County of 
Georgia, where I delivered over 5,200 
babies. And it was tough to give up 
that practice. But without question, I 
was beginning to feel a lot of stress, a 
lot of anxiety, frustration in my med-
ical practice as I watched those med-
ical liability insurance premiums just 
continue to skyrocket and get up to 
the point where it was awfully difficult 
to be able to afford that. 

So this is really what a lot of my col-
leagues are going through. I have also 
had people back in the district say, 
now, I think you have a lot of doctors 
and a lot of health care providers in 
the Congress now. Did we not elect a 
few more? In fact, we did in this 109th 
Congress. We grew our numbers a little 
bit, Mr. Speaker. We went from a grand 
total of seven M.D.’s to ten in the 
House, and of course, we have a number 
of other health care providers, be they 
nurses or dentists or pharmacists or 
psychologists, but it is still a small 
number. 

When we look at 435 Members, and 
maybe we have something less than 20 
who have a background in health care, 
in the health care professions, and on 
the Senate side, we increased our num-
ber over there by 100 percent this time. 
We went from one to two. And, of 
course, I am speaking of the majority 
leader of the Senate, Dr. FRIST, and 
also, now, Senator COBURN from the 
great State of Oklahoma. 

But we are determined to talk about 
this health care issue and make sure 
the American people know that, while 
we might not be large in numbers, we 
are going to discuss these issues. We 
are going to do it on a regular basis. 

The Republican hour tonight, of 
which we are managing, we are going 
to get this issue in front of our col-
leagues, in front of the public and let 
them know that we care about this. It 
is a tremendously important issue, and 
it should not be partisan. 

When you think about it, health 
care, when you have a patient, you 
never ask them if they are a Repub-
lican or a Democrat. And believe you 
me, they do not ask their doctor ei-
ther. President Reagan joked about 
that when he was shot and went to the 
hospital and looked up just before they 
put him to sleep, looked up at the anes-
thesiologist and said, I sure hope we 
got some good Republicans in here. But 
truly, we have, as I say, there are ten 
M.D.’s in the House, three on the 
Democratic side, seven on the Repub-
lican side. But we are not going to let 
this be a partisan issue. 

We are going to just talk to our col-
leagues and make sure that everybody 
understands that we need to do this for 
the good of the country and not for the 
good of a party or, in particular, not 
with our vision, our focus on the next 
election. 

The issue of medical liability and the 
crisis that we are in, Mr. Speaker, I 
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